This article examines the rationality of seatbelt usage using an original data set of 465 adult respondents. People with high stated values of statistical life, who do not smoke, and who have risk beliefs that are highly elastic with respect to actual risks are more likely to use seatbelts, as economic theory predicts. Respondents' stated values of statistical life were similar on average to the value of life range of $2.2 million to $7.9 million computed from their revealed preferences for seatbelt usage, providing empirical support for the mutual consistency of these two approaches.
I. Introduction
Two principal ways by which people can reduce their health and safety risks are by choosing safer activities or by taking additional precautions while engaging in a risky activity.
Use of seatbelts is a very effective precaution for reducing the occupants' risk of injury and death while riding in a motor vehicle.
A substantial economic literature has emerged analyzing the efficacy of seatbelts in affecting safety, 1 the desirability of using seatbelts from a benefit-cost standpoint, 2 and the implications of seatbelt use for making inferences about the individual's willingness to bear health risks, or the implicit value of a statistical life. 3 Most studies suggest that on balance wearing seatbelts is a safety precaution for which the benefits to the average individual exceed the costs. 4 There is now widespread usage of seatbelts, as reflected in the 79% seatbelt usage rate reported by the National Highway Traffic and Safety Administration (NHTSA, 2000) .
Seatbelt usage reflects many rational elements. Seatbelts impose disutility costs from limiting range of motion and sometimes require time to fasten, but at the same time offer 1 See, among others, Peltzman (1975) , Blomquist (1988) , and Cohen and Einav (2003) . 2 See Arnould and Grabowski (1981) and Levitt and Porter (2001) . 3 See Blomquist (1979) , Winston (1987) , and Blomquist, Miller and Levy (1996) . 4 For some people, the disutility of seatbelt use may exceed the safety benefits. In addition, Peltzman's (1975) offsetting behavior hypothesis acknowledges the theoretical possibility that safety innovations could be negated by more aggressive driving habits so that the overall effect on safety is diminished. Cohen and Einav (2003) found somewhat different results, as there was no significant evidence of offsetting behavior for seatbelts after correcting their empirical model for simultaneity.
safety benefits. With the advent of mandatory seatbelt use laws in nearly all states, usage reduces expected penalties as well, and Cohen and Einav (2003) demonstrate that usage rates rationally increase when laws are imposed, and increase more for primary enforcement than for secondary enforcement. 5 Yet even with these rules, seatbelt usage is far from universal.
Not all people may find that the safety and legal compliance benefits exceed the disutility costs. The observed tradeoffs between safety and disutility have been used to assess people's implicit value of life, beginning with estimates by Blomquist (1979) . Estimates of the value of statistical life (VSL) implied by seatbelt usage decisions are consistent with the broad range of similar estimates based on labor market decisions. However, the seatbelt use estimates tend to be at the low end of the estimated value of life range.
In the process of estimating VSLs from seatbelt use, we introduce an element for which there has been no previous empirical analysis. If seatbelt usage is rational, mortality risk perceptions will influence the decision. People who assess the risk reduction benefits of seatbelts as being greater should be more likely to wear seatbelts, other things equal. Detailed data on a wide range of individual mortality risk beliefs will enable us to assess how risk beliefs affect seatbelt usage decisions. Our results suggest that the individuals whose risk beliefs are most responsive to changes in the actual risk level are indeed the most likely to buckle up.
In addition to estimating the implicit value of life from seatbelt use decisions, we also employ an alternative analytical strategy. We use value of life estimates from an original stated preference survey and link these to seatbelt usage. Stated preference values for improved traffic safety have been developed by economists such as Jones- Lee (1989) , and there should be a relationship between these values and seatbelt usage. If people's attitudes toward risk are consistent across different choice domains, as theory indicates should be the case, people with higher values of statistical life should be more likely to use seatbelts.
Rather than simply assessing whether higher stated values of life increase the propensity to use seatbelts, we will also estimate the value of life implied by the safetydisutility tradeoff and compare the VSLs estimated implied by the two methods. Although meta-analyses such as Blomquist (2004) and Viscusi and Aldy (2003) have compared ranges of VSL amounts estimated in different studies, only one other study, a job fatality risk compensation study by Lanoie, Pedro, and Latour (1995) has previously attempted to reconcile VSLs from averting behavior with VSLs from stated preferences. 6 Whereas that paper derived market-based VSLs from the choice of risky jobs, our market evidence is derived from protective actions that reduce risk within a hazardous activity, the operation of a motor vehicle. In this paper we find mutual consistency in the stated values of life affecting seatbelt usage and the values of life based on revealed preferences. Furthermore, we also present broader evidence supporting the rationality of people's seatbelt use decisions by identifying significant relationships between seatbelt use and theoretically predicted covariates.
Section II explores previous research on the value of statistical life, with particular attention paid to studies that estimate willingness to pay for reduced risk of fatality through the averting behavior of seatbelt usage. Section III develops the theoretical framework linking seatbelt usage to the value of statistical life and the character of risk beliefs. Using an original data set of 465 adult respondents, Section IV develops several measures of the accuracy of mortality risk beliefs and their responsiveness to changes in actual risk levels. The regression results in Section V document the expected positive linkage between the individual's value of life and seatbelt use and explores the variety of ways in which the structure of mortality risk beliefs affects seatbelt usage. In Section VI, we reverse the analytical approach to examine the values of statistical life implied by the revealed preferences for seatbelt use, and in Section VII we demonstrate that this comparison yields results consistent with the stated preference findings. Section VIII presents concluding observations with respect to the rationality of seatbelt use decisions and the public policy implications of our research.
II. The Value of Statistical Life
The primary variable of interest in our theoretical analysis is the value of a statistical life (VSL). Market-based estimates of VSLs pertain to the tradeoffs an individual makes between perceived or actual fatality risks and some cost measure that can either be pecuniary, as in the case of wages, or nonpecuniary, as in the case of the discomfort associated with seatbelts. Articles by Miller (2000) , Aldy (2003), and Blomquist (2004) survey dozens of studies in this vein.
On a theoretical basis the VSL levels elicited in contingent valuation studies should be the same as those emerging from studies of actual behavior if the character of the deaths and the populations at risk are similar. Dionne and Lanoie (2002) , however, have suggested that the VSL for transportation risks could differ from the VSL for job fatality risks because the nature of the deaths may differ. The difference in the character of the risks will not affect our analysis since both the contingent valuation and market-based estimates both focus on motorvehicle fatality risks.
Several previous articles have done across study comparisons of the VSL amounts implied by averting behavior and contingent valuation methods. Miller (2000) found that
VSLs derived using the contingent valuation method were higher than VSLs from averting behavior, whereas Viscusi (1993) found them to be similar in magnitude to the estimates implied by labor market studies. Blomquist (2004) surveyed the revealed preference literature and concluded that estimates of VSL based on consumption behavior "fall in the range of estimates based on averting behavior in the labor market (p. 104)."
The first study to derive an estimated VSL implied by the self-protection decisions people make was Blomquist (1979) . His analysis, which estimated the VSL based on the tradeoff between reduced risk from seatbelt use and the value of time and disutility of using seatbelts, generated a VSL of $0.9 million. Subsequent estimates in Blomquist, Miller, and Levy (1996) using three different sets of assumptions generated VSL amounts ranging from $2.0 million to $9.3 million. 7 These estimated VSLs implied by seatbelt use are broadly consistent with market evidence in a wide variety of contexts. The literature survey by Viscusi and Aldy (2003) found a median VSL in market situations of $6.6 million, with many estimates from the labor market and product market being similar to those implied by seatbelt use.
People also reveal their risk-money tradeoff with respect to auto safety risks through decisions other than seatbelt use. An alternative approach to assessing the VSL with respect to motor-vehicle fatalities has been to examine the implied VSL using a hedonic price equation relating automobile prices to the fatality risks of those models. Based on that approach, Atkinson and Halvorsen (1990) derived VSL estimates of $4.8 million to $6.3
7 All estimates are in year 1998 dollars unless otherwise indicated.
million, while Dreyfus and Viscusi (1995) estimated a range from $3.6 million to $5.1 million.
A third set of analyses has focused on the values people place on reduced risks due to use of child safety seats. 8 These deaths are not comparable to the risks to adults, but the literature is of interest in that it involves protective behavior and uses estimation approaches similar to the seatbelt analysis. Carlin and Sandy (1991) estimated the VSL associated with child safety seats as $1.0 million, while Blomquist, Miller, and Levy (1996) The marginal expected utility with respect to seatbelt usage will depend upon the perceived reductions in mortality and injury risks from using seatbelts, the time and discomfort costs of seatbelt usage, and the likelihood of being caught while not wearing one's seatbelt. We have chosen parameters so as to adapt the framework articulated by Blomquist (1979) and Blomquist, Miller and Levy (1996) for estimating VSL amounts from seatbelt usage decisions. Based on their analyses, the first-order condition for undertaking a safety measure (that is, with respect to S), taken at the means of all variables, and after rearrangement of terms, is We have above defined P΄ and R΄ as changes in perceived risks rather than changes in actual risk. How risk perceptions P and R respond to the chosen level of precautions (c) such as seatbelt use will affect the optimal level of precautions. If this relationship is flat and risk beliefs P(c) and R(c) are not greatly affected by c, precautions will appear to be ineffective, and a low level of precautions will be desired. Thus, a key concern from an empirical standpoint is developing measures of how risk beliefs change in response to changes in the actual risk level that result from differing levels of precautions.
For concreteness consider the fatality risk case, as the nonfatal risk perception analysis is similar. Suppose that it is possible to characterize risk beliefs P(c) by the beta distribution, which is quite flexible and can assume a wide variety of shapes. In particular, let
where p is a prior risk belief of the fatality risk that will prevail with standard precautions, q(c) is the actual risk associated with precautions of level c, γ is the informational content associated with p, and ξ is the informational content associated with q. 9 This formulation is consistent with rational Bayesian learning as well as other models of risk beliefs. intercept of the risk perception curve is given by γp/(γ+ξ), which could equal zero if people assessed actual risk levels of zero correctly. Thus, there may be a discontinuous downward jump in risk beliefs when the actual risk is zero. The slope of P(c) is given by ξ/(γ+ξ), which makes the perception curve flatter than the line for which perceived risks equal actual risks.
In the specification of the model where risks are measured in logarithmic units, this slope represents the elasticity coefficient of risk perceptions with respect to changes in actual risk.
The practical consequence of a relationship following the shape of that shown in Figure 1 is that people may underestimate the efficacy of seatbelts. Suppose the actual risk level is given by q 0 if seatbelts are not worn and q 1 if seatbelts are used. The actual change in risk that results from seatbelt use is shown in Figure 1 as r 0 * -r 1 *. However, due to the inelasticity of risk perceptions with respect to the actual risk level, the perceived difference is smaller and is given by r 0 -r 1 . As an individual's perceived risk curve becomes flatter, the quantity of safety he thinks he is "buying" becomes smaller. If people underestimate the relative safety improvement associated with seatbelt use, they will under-invest in safety precautions and will be less likely to wear seatbelts. In terms of the previous model, if
where q' is the marginal effect of safety precautions on the fatality risk, then the desired level of safety chosen will be below what would be efficient in the full information situation if (ξ/(γ+ξ)) < 1, or if γ > 0. Thus, whether there people will fail to use seatbelts to a sufficient degree will hinge in part on whether people's risk perceptions are sufficiently elastic with respect to changes in the actual risk level.
Finally, if risk beliefs are always accurate, then under the assumptions of this model, protective actions will be efficient based on the true probabilities. How risk belief structures actually affect seatbelt use consequently is an empirical issue that hinges on the shape of the risk perception function. As Figure 1 and the theoretical development indicate, developing a measure of how accurately people perceive the safety benefits of seatbelt use depends on how responsive their risk beliefs are to changes in the actual risk level.
IV. Stated VSLs and Mortality Risk Beliefs
We estimate the VSL amounts from a survey of 465 adult respondents undertaken in 1998 as part of a broader survey on risk issues. Because only 89 people in the sample did not use seatbelts, the sample size is relatively small, but nevertheless we will find significant effects for the key matters of concern. The general approach of using a survey to elicit willingness to pay for safety is in the same vein as the stated preference approach to valuing traffic safety used by Jones-Lee (1989) and Viscusi, Magat, and Huber (1991) . A marketing firm in Phoenix, Arizona recruited subjects through random-digit dialing and paid each $40 to come to a central location to fill in a half-hour long survey questionnaire pertaining to a series of risk issues. 12 The sample reflected a broad cross section of society, but not a random sample of the entire U.S. population, so that it is important to control the estimates for differences in demographic characteristics. Because the sample is all drawn from a single city, state differences in sanctions for failure to use seatbelts do not enter the analysis. Table 1 provides the demographic characteristics and VSL amounts for three groups:
the full sample, people who always use seatbelts, and those who never or only sometimes wear seatbelts. 13 On average, the sample was 44.3 years old, had 14.6 years of schooling, was 10 percent nonwhite, and was 69 percent female. Subsequent regression analysis will control for these personal characteristics.
The VSL variable is calculated from respondents' expressed willingness to pay for a one year reduction in their risk of death due to an automobile accident. The wording of the question was as follows:
"Suppose you could reduce you annual risk of death in a car crash by 1/10,000. Thus, if there were 10,000 people just like you, there would be one less expected death per year in your group. This risk reduction would cut your annual risk of death in a car crash in half.
How much would you be willing to pay each year either for a safer car or for improved highway safety measures that would cut your motorvehicle risks in half?"
Respondents chose from a ranges of responses: $0 to $50, $50 to $200, $200 to $500, $500 to $1,000, and above $1,000. A final possible option was that respondents could indicate that their willingness to pay was "infinite-all present and future resources." Such responses are inconsistent with private risk taking behavior and suggest that the respondent did not think carefully about the question. The 9 percent of the sample who indicated an infinite value did not appear to be extraordinarily safety conscious in other respects.
The median respondent indicated a willingness to pay that implied a VSL of $2 million to $5 million. This range is consistent with other stated preference results for motorvehicle risks. For example, the survey by Jones-Lee (1989) found a VSL for traffic safety in the U.K. of $5 million, while the U.S. survey by Viscusi, Magat, and Huber (1991) found that people valued reduced risks of automobile fatality at a median value of $3.6 million.
The sample had an average stated VSL of $5.1 million, using the midpoints of the ranges for purposes of calculation. Seatbelt users had a VSL of $5.3 million, as compared to $3.9 million for those who sometimes or never wear seatbelts. Of those in the sample who always wear seatbelts, 70.9 percent are women, as compared to 58.9 percent of those who sometimes or never wear seatbelts. Seatbelt users are more likely to be better educated, and much less likely to smoke, as smoking rates are 18.9 percent among seatbelt users and 37.8 percent among those who sometimes or never use seatbelts. Table 2 provides a different summary perspective on the data in terms of seatbelt usage rates for people with the demographic characteristics indicated in the first column.
The breakdown in Table 2 indicates that 80.6 percent of the sample reported that they always use seatbelts. Thus, 83.4 percent of women always use seatbelts, as compared to 74.7 percent of all men. The seatbelt usage statistics are roughly in line with national seatbelt usage at the time.
14 In a National Highway Transportation Safety Administration (NHTSA) survey in 2000, men report using seatbelts 74 percent of the time, and women use seatbelts 84 percent of the time, which are almost identical to the usage rates in our sample. Seatbelt usage is higher than in previous studies of seatbelt use due to our oversampling of females and increasing legal penalties over time for failure to buckle up that were not present in earlier eras. Other patterns in Table 2 are that the rate of seatbelt use generally increases with age and that people with more education use their seatbelts more often, which one would expect due to the higher present values of their lifetime wealth. Due to the relatively small number of minorities in our sample, we find no statistically significant patterns of seatbelt use by race. To identify the determinants of an individual's stated value of statistical life, Table 4 shows the results of an ordered probit regression estimating the stated VSL category or amount as a function of the demographic variables. While the VSL measures are fairly coarse, nevertheless there are two significant relationships with demographic variables.
Females indicate higher VSLs at the 90% confidence level, and education is significantly 16 See Hersch and Viscusi (1998) and Viscusi and Hersch (2001) for statistics on smokers' risk taking, including their use of seatbelts. 17 The t-statistic for the difference in proportions test is 3.0, assuming equal variations. 18 See Arnould and Grabowski (1981) and Levitt and Porter (2001) . 19 Blomquist (1991) provides evidence that is generally in support of rationality in terms of risk competence.
positive at the 95% level, two-tailed test. These effects are consistent with other studies on gender differences in risk taking and the influence of education on risky behaviors.
How people perceive the efficacy of seatbelts plays a critical role in the decision to use seatbelts. To operationalize the accuracy of risk belief concerns reflected in our analysis of 
The slope coefficient, b i , is the estimate of the risk perception elasticity with respect to actual risks.
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These individual regressions are based on person-specific data sets of 23 data points, where each observation represents the respondent's assessed number of fatalities due to a particular ailment. 22 Due to the relatively large standard errors associated with regressions containing 21 or fewer degrees of freedom, the point estimates for the elasticity are imprecise.
Rather than use the point estimates from the risk perception regressions directly, we have chosen to characterize each individual's mortality risk perceptions by quartile, using 0-1 variables to indicate whether the estimate of the risk perception elasticity was in the top quartile or bottom quartile of the sample, so as to isolate the qualitative effects of extreme values for that characteristic.
The elasticity 0-1 dummy variables will capture extremely high and low values of b i , and will serve to indicate individuals in the top and bottom quartiles of elasticity of risk perceptions to changes in actual risk. Individuals with larger values for b i in equation (5) will perceive higher benefits from reducing actual risk a given amount, other things equal, and should accordingly be more willing to wear their seatbelts to reduce fatality risks. The opposite is the case for people with low risk perception elasticities.
V. Seatbelt Use Regression Estimates
Seatbelt usage is strongly linked to the respondent's willingness to bear risk and their perception of risks. Table 5 presents the probit estimates for whether the respondent always uses seatbelts for two models. The coefficients reported have been transformed to correspond to the marginal probabilities of usage. Model 1 includes only the value of statistical life 22 A small number of respondents refused to estimate fatalities from one or more ailments, so that some of these individual regressions are based upon fewer than 23 observations. Individuals assessing fatalities from fewer than 10 ailments were dropped from the analysis. 23 If, however, responses at these extremes reflect irrational responses to risk more generally, one would have somewhat different predictions. Assuming seatbelt use is rational, extreme responses that are irrational would tend to be correlated with failure to always use seatbelts. Better educated respondents will have higher levels of lifetime wealth, which should lead them to be more safety conscious, but this influence will be captured in part by the value of statistical life variable. Similarly, better educated people will be more knowledgeable about risk, but this effect will be reflected at least in part by the series of risk belief variables. There is nevertheless a positive effect of education on seatbelt usage even after controlling for these correlated influences.
The negative smoking status effects are of particular interest. Smokers incur considerable smoking-related fatality risks and engage in a wide variety of other risky behaviors. 25 That smokers are 12 percent less likely to always use seatbelts, controlling for all other factors, is reflective of these differences in attitudes toward health and safety risks.
VI. VSLs as Revealed through Seatbelt Use
The preceding analysis used the respondents' stated risk premiums for automobile safety to examine whether the person's expressed VSL levels are consistent with seatbelt use.
In contrast, the majority of the previous literature uses seatbelt use decisions to infer a VSL for some population. Here we will examine the VSL amounts implied by seatbelt use to see whether they are consistent with the stated preference values.
The established framework for estimating VSL amounts from seatbelt usage decisions is articulated by Blomquist (1979) and Blomquist, Miller and Levy (1996) . We adapted this framework to introduce possible financial penalties imposed by law enforcement officials and insurance companies and to allow for subjective risk perceptions which differ from objective risk levels.
To facilitate the computations of VSL for the traditional range of disutility costs, and to maintain comparability to the previous literature, we also adapt several parameter estimates 25 See Hersch and Viscusi (1998) and Viscusi and Hersch (2001) who link smoking and seatbelt usage to the willingness to incur job risks and riskiness on the job from Blomquist, Miller and Levy (1996) , who drew on several outside sources. For instance, they assume t is 4 seconds per trip times 1,504 trips/year, or 1.67 hours/year, and that a = 0.6.
They use federal highway survey data to estimate that I = 0.0315 V, and that R' = 12.145 P'.
Using those statistical relationships, they collapse P'V and R'I into one term in two parameters while solving for V. Blomquist (1979, at 546) uses the parameter estimates from his probit model of observed seatbelt use to calculate the model at the hypothetical point where the probability of buckling up is near 1.00 (p buckle = 0.99, so that B = 2.326), and assumes that at that point U s = 0 so that that term will drop out. He is then able to solve for a lower-bound on the average V using just the average wage rate and the β * w term from the probit regression.
The complete list of parameters used in the Blomquist model, and the assumptions we have used to construct our VSL estimates, is presented in Table 6 . The modifications introduced are made so the model will be applicable to our survey context. For instance, using the context of the survey question on willingness to pay for risk reduction, wherein the probability of a fatal accident was reduced by 1 in 10,000, we set P' at 0.0001.
Nonetheless, several of the original assumptions are retained. For instance, we accept that the ratio of mortality risk reductions to nonfatal injury reductions has remained unchanged, and use Blomquist's value of 0.382. Similarly, we use Blomquist's values of 0.6 for a and 1.67 hours/year for t.
A key component of the analysis is the annual disutility cost of using seatbelts.
Estimates for disutility are on the order of hundreds of dollars. Blomquist (1979) estimated this value at $265 (1998 dollars). Winston (1987) estimated disutility costs as $1,012 (CPIadjusted into 1998 dollars), which seem high, as Blomquist noted. We use these estimates as hypothetical upper-bounds and lower-bounds on disutility costs. This method will, of course, abstract from some individual differences in VSL across the sample since we are assuming the disutility costs to be identical for individuals, but still allows us to obtain a sense of the range of individual VSLs.
Since Blomquist's initial article, passage of mandatory seatbelt laws and primary enforcement laws have added an additional consideration in seatbelt use decisions. The expected penalties paid through failure to use seatbelts would appear as a positive term in the numerator of equation (2), and would be equal to the average fine paid when caught times the expected number of tickets received per year. Our sample was drawn from Arizona in 1998.
In that year Arizona had secondary enforcement laws in place. Cohen and Einav (2003) report that the implementation of secondary enforcement in 1991 temporarily raised seatbelt usage from 55% to 65%, but that by 1998, usage had fallen back to 62%, indicating that the law was not a significant deterrent to nonuse. Consequently, for ease of estimation we assume that LM is sufficiently near zero to disregard that term in the model.
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Although our survey did not collect wage or income data, it did obtain responses for age, education, gender and race, all of which are significant determinants of wages. Using the values of those demographic characteristics, we imputed wages for our sample respondents.
To convert demographics into an estimated wage, we took wage and demographic data from the 1998 Current Population Survey's March Demographic supplement and ran a log-wage 26 A hypothetical average fine of $50 and one expected ticket per year would decrease the marginal VSL required to decide to use seatbelts by about $360,000. Estimating the perceived risk of being caught over an annual period, however, is problematic. Periods of heightened enforcement, such as "Click it or ticket" programs over holiday weekends can temporarily raise the perceived number of tickets received at an annual rate by a significant amount, perhaps to higher than 1.0. It is thus possible to argue both that during "businessas-usual" periods of traffic enforcement, when the probability of being caught is very low, the expected penalties are not high enough to encourage universal seatbelt use and have negligible effect, and also that periods of heightened enforcement can be effective at temporarily increasing seatbelt usage.
regression on all civilians in the full-time labor force. 27 The coefficients from the wage regression were applied to our survey respondents to estimate each person's wage level.
In order to obtain an estimated slope coefficient for wage, the imputed wages were included in a probit regression model of seatbelt use alongside the female indicator variable and educational attainment and the respondent's risk perception indicators, resulting in a probit coefficient of 0.047.
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Gathering together the estimates into equation 7 140 SOME COLLEGE + 0.209 COLLEGE GRADUATE + 0.550 GRADUATE SCHOOL. All coefficients were statistically significant at the 99 percent confidence level, with |t| > 4.5. The omitted baseline group was white male high school graduates. 28 As the imputed wages are a linear combination of the demographic variables, the least statistically significant demographic variables, race and age, were omitted from the model. As a test of robustness, various combinations of the demographic variables were included in the probit regression, but the wage coefficient remained fairly stable in the range 0.43-0.48. The respondent's stated VSL was omitted from this model, as the point of this exercise is to test the reliability of those responses.
positive, with a point estimate of $64,778, but given the large standard error associated with the wage estimation, this result is not statistically significant. As the stated VSL question asked for a categorical response, a traditional correlation coefficient between stated VSL and estimated wage is not appropriate, but an ordered logit regression resulted in a positive coefficient for estimated wage, although it was significant only at the 75 percent confidence level. This is consistent with the regression results in Table 4 , which show little correlation between the stated VSLs and the demographic variables.
VII. Comparison of Stated Preference and Revealed Preference VSLs
The resulting VSL estimates are well within the accepted ranges for value of statistical life, and are shown in Table 7 . Our V i, low estimates, which are based on the disutility costs of $265/year from Blomquist (1979) , yield a mean of $2.15 million, with individual estimates ranging from $1.87 million to $2.45 million. By way of comparison, the stated VSL value for the median respondent in the sample was $2 million to $5 million. When Winston's (1987) disutility costs of $1,012/year are used instead, the mean V i, high is $7.56 million, with individual estimates ranging from $7.27 million to $7.86 million. Roughly one-third of all respondents had stated VSL values in this range, as 18 percent had VSL amounts from $5 million to $10 million, and 15 percent had a stated VSL above $10 million.
Comparison of the computed VSLs to the mean and confidence interval of the stated VSL also reveals strong similarities. In our survey sample, the mean stated VSL-conditional on giving a response other than "infinite value"-was $5.11 million, with a standard error of $0.23 million. The 95 percent confidence interval for the conditional mean lies entirely within the computed VSL range.
VIII. Conclusion
Individual self-protection through seatbelt usage embodies many aspects of rationality, Nevertheless, all people do not use seatbelts all the time, which is seemingly inconsistent with economic calculations indicating that the benefits of seatbelt use outweigh the costs. Such calculations, however, ignore possible heterogeneity in the costs of precautions and the likely benefits, which will vary with the type of vehicle driven, where the vehicle is driven, and how the vehicle is driven.
Individuals' failure to perceive the benefits of seatbelt usage has long been a policy concern. To the extent that decisions can be altered through informational campaigns it is by increasing the extent to which people will perceive accurately the risk reduction achievable through seatbelts. Whether there is a major informational failure that must be remedied can be Note: The dependent variable ranks categories from lowest to highest willingness-to-pay, with "infinite value" receiving the highest order. * --Significant at 90% confidence level; two-tailed test ** --Significant at 95% confidence level, two-tailed test. Notes: Probit coefficients have been converted into slope coefficients, with an assumed 0-1 change for dummy variables. Significance levels for two-tailed tests are *** --99 percent, ** --95 percent, and * --90 percent. 
